PETTIBONE

Ad Libitum

After concluding an RO2N at a
West Coast air station, an instruc-
tor and his student prepared for
the return trip to their home base
in Texas. They conducted a thor-
ough briefing, preflighted their
TF-9J, and became airborne at 2025,

The first leg of the return trip
was filed IFR to El Paso Interna-
tional Airport with assigned flight
level 370. Passing FL 250 in the
climb, the high pressure pump
warning light came on but was
eliminated by reducing power from
100.5 to 100 per cent RPM. The
remainder ol the elimb was made
without incident. Level-off was ac-
complished to indicate Mach .85
with 5,500 pounds of fuel left.

Between Gila Bend and San Si-
mon, a check in the cockpit (which
was verified by Albuquerque Cen-
ter) showed a ground speed of 600
knots. At this time, the instructor
determined he was 1,800 pounds
ahead of the fuel plan for that
position. Over San Simon a request
was made to Albuquerque Center
to verify the existence of a 150-knot
jet stream. The center reported
that several west-bound commercial
carriers had reported the existence
of such winds. With this good
news, the instructor tried unsuc-
cessfully to contact Biggs AFR
Metro for his home field weather,
but Albuquerque Center came
through and gave the requested
weather as clear and 10. Required
fuel was computed from El Paso to
home and it was determined that a
minimum of 2,400 pounds over El
Paso would be adequate for the ex-
tended flight with 500 pounds re-
maining upon arrival.

The instructor directed the stu-
dent pilot to initiate a request for
change of flight plan estimating
one hour en route from El Paso to
home base, one and one half hours
fuel on board with no alternate re-
quired. They were cleared as re-
quested and the instructor conduct-
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ed a detailed briel on procedures
tor idle penetration and low state
ground controlled approach.

The Hight passed El Paso with
2,100 pounds of fuel, ground speed
600 knots and indicating Mach .83.
At Fort Stockton a request for a
radar vector direct to ]]mm(- bise
was initiated and approved by Fort
Worth. One hundred and fifty
miles out [rom home base, the two-
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some requested an en route descent

(fuel state at this time was 1,000
pounds) which Houston Center ap-
proved and advised that destina-
tion weather was clear and ten
miles in ground fog. The idle des-
cent was commenced and while
passing FL 210, they cancelled their
IFR flight plan.

At approximately 50 miles out,
at FL 200 with 600 pounds of fuel
remaining, the tower advised this
inbound that the feld was IFR
with  1/16th mile visibility in
ground fog. The instructor asked
tor the tops of the fog bank and
immediately declared an emergen-
cy. In turn, he requested a straight
in to runway 13. He was advised
that the duty was 35 and that no
arresting gear was rigged on 13,
Alter assuring the tower the arrest-
ing gear was not necessary, he con-
tacted approach control and re-
quested an emergency low [uel state
GCA. Appreach control advised
that only ASR was available as the
PAR was aligned with runway $5,
The instructor in extremis accepted
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e ASR and advised that he would
lowering the gear. At six
miles with 400 pounds of fuel and
at 2,000 feet he was advised that
his altitude should be 1,100 feet.
The runway was in sight at this
time; he continued the descent at
150 knots and lowered the gear and
flaps. Entry into the fog occurred
at 700 feet and they lost sight of
the field.

One mile out at 300 feet vice
400 as advised by GCA, power was
added to level oft, but the aircraflt
continued to descend and contacted
the ground in a slightly right-wing-
down, nose-high attitude. Shortly
after contact with the ground, the
aircraft skidded and then com-
‘menced an easy slew to the right.
‘The plane rolled, shedding the
wings, left main mount and tail
assembly before coming to rest in
an uprigln positic'm. Both occu-
pants exited uninjured.

% Grampaw Pettibone says:
#@*&"! This is the prover-
bial straw that broke the eamel’s back.

Your old dad’s been waitin' for this
kind a stunt. There ain’t no excuse
‘nor enough room on this page 1o
expend my wrath on it. I really don’t
see wo much need to insult readers’
intelligence by listing all the viola-
tions that this pair of throttle jockeys
committed. | doubt that these two
eonld convince anyone just what they
were trying to prove but they did prove
one thing: Poor judgment will buy
you nothin® but trouble. These lads
were downright lucky to walk away
from this one. Maybe after this they’ll
remember, “Know thyself, for he is a
fool of fools who deceives himself.”

Jumping Jackrabbits

Alter waiting four days for the
weather to clear sufficiently to
meet “test hop conditions,” an
a-4c pilot conducted a normal pre-
flight and started his aircraft. Not-
ing a malfunction in the fire warn-
ing circuit, he shut down and had
a technician investigate the discrep-
ancy. After repair was complete,
the pilot started the aircraft, pro-
ceeded through a normal engine
run-up, taxied out and took off.

Throughout the first part of the
flight, all test checks were routine-
ly performed and revealed only one
discrepancy concerning power and
temperature on manual fuel con-
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wol. Alter completing the landing
gear check  (altitude 6,000 feet) ,
the pilot added power and pulled
up the gear to return to base.

At about 949, the pilot noted
a “violent vibration” in the air-
craft and heard a loud “rapping
and grinding” noise which ap-
peared to come from behind. He
re-set the power at 85-877 and
called ap])ruarh control to inform
them of his “emergency.” The air
station tower answered his call and
provided the GCA frequency to
facilitate an immediate vector to
the field. GCA located the aA-s
about 20 miles from the field and
gave him a steer to the base. The
pilot noted that the vibration ancl
noise continued spasmodically with
the reduced power setting.

At approximately 12 miles out,
the distressed driver executed a
360 to lose altitude. He continued
communication with GCA, electing
to make a high straight in ap-
proach vice a normal GCA.

The pilot had difficulty sight-
ing the field but finally picked it
up at about two miles in his one
o'clock position. At this time, alti-
tude was 2,000 feet and airspeed
150 knots. Intent on getting down
ASAP, he elected to land on the
nearest available runway (opposite
the duty with a 10K tail wind) and
engage the Morest. The GCA con-
troller informed the pilot that the
Morest was rigged but that he was
to land long with hook up so as
to miss the E-14 gear at his ap-
proach end.

Coming over the approach end,
he realized he was high and fast,
pushed the nose over steeply, and
flared before touching down about
2000 feet down the runwav. As
he touched down, the pilot brought
the throttle back to idle, slapped
the hook handle down, only to
have it spring back up: and again
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slapped it down to stay. The a4
bounced and missed the Morest.
The pilot felt sure that he would
be able to take the ¥-14 at the [ar
end and transmitted this to his
GCA controller. (The E-14 was not
rigged.)

As the plane continued down
the runway, the pilot applied
gentle braking pressure, still as-
suming the e-14 gear was rigged
for him. Passing the gear and onto
the overrun, thoughts of taking it
around and ejection were contem-
plated but overruled. He decided
to hold on and ride it out.

The plane continued past H22
feet of overrun, skidded over an
embankment, and penetrated two
chain link fences belore coming to
rest, The pilot, slightly injured,
was helped from the cockpit by the
helo crewmen and taken to the dis-
pensary. The engine continued to
run at idle for 30 minutes despite
attempts to shut it down.

@% Jumpin' Jehosophat! How

unglorious an end can an A-4 come
1o?

There's no doubt this lad received
shot of adrenalin right under the
shark chaser, but he let panie over-
ride sound reasoning and good judg-
ment.  “Violemt vibrations, rapping
and grinding” ain’t normal, but there
wasn't a gauge on the instrument
panel that diagnosed engine troubles.
Heading for the barn under these eir-
cumstances is the right decision. but
landing downwind from a high and
fast approach ain™t!

Why this lad committed himself so
early is beyond me. The weather was-
n't CAVU, but had he maintained his
highest VFR altitude under the 4.500-
foot overcast and exeeuted a precau-
tionary approach. Old Gramps feels
certain this youngster could have fas-
tened that flappin® eanvas fuze panel
cover back up in the nose wheel well
alter he returned to the line.

GCrampaw Pettibone says:
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